(12) INTERNATIONAL APPETCATION PUBLISHED UNDER THE PATENT COOPERATION TREATY (PCT) 



'.r : ■ 
<^r^* 



(19) World Intellectual Property Organization 

International Bureau 

(43) International Publication Date 
25 September 2003 (25.09.2003) 




PCT 



(10) International Publication Number 

WO 03/078198 Al 



(51) International Patent Classification 7 : 
F16H 61/02 



B60K 41/10, 



PCT/SE03/00440 



(21) International Application Number: 

(22) International Filing Date: 17 March 2003 (17.03.2003) 
(25) Filing Language: English 



(26) Publication Language: 

(30) Priority Data: 

0200829-0 



English 



19 March 2002 (19.03.2002) SE 



(71) Applicant (for all designated States except US): SCANIA 
CV AB (PUBL) [SE/SE]; S- 151 87 Sodertalje (SE). 

(72) Inventor; and 

(75) Inventor/Applicant (for US only): HEDSTR6M, Lars- 

Gunnar [SE/SE]; Gamla vagen 8, S- 610 71 Vagnharad 
(SE). 

(74) Agent: EGRELIUS, Fredrik; Scania CV AB, Patents, S- 
151 87 Sodertalje (SE). 



(81) Designated States (national): AE, AG, AL, AM, AT, AU, 
AZ, BA, BB, BG, BR, BY, BZ, CA, CH, CN, CO, CR, CU, 
CZ, DE, DK, DM, DZ, EC, EE, ES, FI, GB, GD, GE, GH, 
GM, HR, HU, ID, IL, IN, IS, JP, KE, KG, KP, KR, KZ, LC, 
LK, LR, LS, LT, LU, LV, MA, MD, MG, MK, MN, MW, 
MX, MZ, NI, NO, NZ, OM, PH, PL, PT, RO, RU, SC, SD, 
SE, SG, SK, SL, TJ, TM, TN, TR, TT, TZ, UA, UG, US, 
UZ, VC, VN, YU, ZA, ZM, ZW. 

(84) Designated States (regional): ARIPO patent (GH, GM, 
KE, LS, MW, MZ, SD, SL, SZ, TZ, UG, ZM, ZW), 
Eurasian patent (AM, AZ, BY, KG, KZ, MD, RU, TJ, TM), 
European patent (AT, BE, BG, CH, CY, CZ, DE, DK, EE, 
ES, FI, FR, GB, GR, HU, IE, IT, LU, MC, NL, PT, RO, 
SE, SI, SK, TR), OAPI patent (BF, BJ, CF, CG, CI, CM, 
GA, GN, GQ, GW, ML, MR, NE, SN, TD, TG). 

Published: 

— with international search report 

For two-letter codes and other abbreviations, refer to the "Guid- 
ance Notes on Codes and Abbreviations" appearing at the begin- 
ning of each regular issue of the PCT Gazette. 



(54) Title: ARRANGEMENT AND METHOD FOR ALLOWING DISENGAGEMENT OF A GEAR IN A GEARBOX 



00 
ON 

00 

o 




(57) Abstract: The present invention relates to an arrangement and a method for allowing disengagement of a gear of a gearbox 
in a vehicle. To this end, a clutch (5) provides elastic rotation when driving torque is transmitted in the driveline. A first sensor 

(16) detects the position (PI) of a first component (4) of the driveline which is situated before the clutch (5), and a second sensor 

(17) detects the position (P2) of a second component (8) of the driveline (6-11) which is situated after the clutch (5). A control unit 
(12) stores at least one measured value which is related to a mutual angle (AREF) between the first component (4) and the second 
component (8) when a gear is engaged in the gearbox, and initiates an engine control action such that said mutual angle (AREF) 
between the first component (4) and the second component (8) is rectified before said gear is disengaged. 
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Arrangement and method for allowing disengagement of a gear in a gearbox 

BACKGROUND TO THE INVENTION, AND STATE OF THE ART 

5 The invention relates to an arrangement and a method for allowing disengagement of a 
gear in a gearbox according to the preambles of claims 1 and 11. 

When disengaging a gear in a gearbox in a vehicle without using a clutch, it is 
important that a torque-free state prevails at the gearwheel contact point of the gear 

10 engaged, otherwise the disengagement of a gear results in bad gearchange comfort and 
longer gearchange time. Disengaging a gear at a time when torque is being transmitted 
at the gearwheel contact point also initiates a comfort-disturbing oscillation in the 
driveline. The torque-free state in the gearbox is hereinafter referred to as zero torque. 
Zero torque at the gearwheel contact point occurs when the engine delivers a torque 

15 which balances the mass moment of inertia in the driveline. To achieve zero torque, 
the torque delivered by the engine must also balance any randomly occurring torque. 
Such randomly occurring torque arises in connection with power takeoff from the 
engine to auxiliary units such as air-conditioning systems, compressors etc. Other 
factors such as hydraulic instability in the engine's injection equipment, oscillations in 

20 the driveline etc. also make it difficult to determine the requisite engine torque. 

SE 502 807 refers to a method for controlling an engine's torque with the object of 
achieving a zero torque level in a gearbox at the time of disengagement of a gear. In 
that case the engine torque required of the specific engine for there to be zero torque in 
25 the gearbox is calculated, following by the engine being supplied with the quantity of 
fuel needed for providing the calculated engine torque. 

SE 504 717 refers to a further development of the method described above. It involves 
not only calculation of the engine torque required for achieving zero torque in the 
30 gearbox but also a measurement at each individual gearchange process to assess 

whether the calculated engine torque delivered at the time of disengaging a gear was 
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correct. If such was not the case, a correction to the calculated torque is applied at the 
next gearchange by applying a value which corresponds to the error at the previous 
gear disengagement. 

5 SE 507 436 further refers to a method for enabling correction of a calculated engine 
torque delivered. In this case the speed of the gearbox output shaft is measured. If the 
shaft exhibits a speed change immediately after a gear has been disengaged, it may be 
found that zero torque did not prevail in the gearbox when the gear was disengaged. In 
such cases, the calculated engine torque is subjected, at a subsequent gear change, to 

10 correction by applying a value which is related to the amplitude of the gearbox output 
shaft speed change. 

SE 507 869 refers to a method for control of engine torque when a vehicle is changing 
gear. In this case the torsional rotation of the vehicle's driveshafts is taken as a 
15 measure of the prevailing driving torque in the gearbox. A prevailing torsional rotation 
value is determined by processing of signals representing current measurements of 
engine speed and the speed of the powered wheels. The engine's torque is then 
adjusted until the torsional rotation is nil, whereupon disengagement of the engaged 
gear is effected. 

20 

The above known methods are functional but require advanced calculations involving a 
number of parameters if the engine torque which corresponds to zero torque in the 
gearbox is to be determined. However, it is difficult to determine the required engine 
torque, since the latter may vary with the power takeoff requirements of various 

25 auxiliary units and other factors such as oscillations in the driveline. Moreover, 

supplying fuel in a quantity such that an engine exactly achieves a calculated engine 
torque is complicated, inter alia because the quality of the fuel may vary. The known 
methods are also relatively time-consuming and it would be desirable to be able to 
reduce the time taken to control the engine torque and detect zero torque in the gearbox 

30 so that the engaged gear can be disengaged. 



WO 03/078198 




PCT/SE03/00440 



SUMMARY OF THE INVENTION 

The object of the present invention is to provide a method and arrangement which 
simply and reliably result in substantially zero torque in a gearbox so as to allow 
5 disengagement of a gear without using a clutch. 

This object is achieved with the arrangement and method mentioned in the introduction 
which are characterised by what is said in the characterising parts of claims 1 and 1 1 . 
All the components which form part of a driveline result in a certain elastic rotation 

10 with a value which is related to the driving torque transmitted. When a driving torque 
is transmitted in the driveline, the driveline components situated before the specific 
component and those situated after the specific component thus have a mutual elastic 
rotation relative to one another. If a positive driving torque is transmitted the result is a 
mutual rotation in one direction, and if a negative driving torque is transmitted the 

15 result is a mutual rotation in the opposite direction. When zero torque prevails in the 
gearbox, there will thus be no mutual rotation between the components of the 
driveline. When a gear is engaged in the gearbox, zero torque prevails at the gearwheel 
contact point in the gearbox. Measurement of reference values pertaining to the 
position of the first component and the position of the second component when a gear 

20 is engaged in the gearbox provides information about the mutual angle between said 
components when zero torque prevails. A driver thereafter wishing to engage a new 
gear in the gearbox sets in motion an endeavour to rectify this mutual angle of the 
components so that engagement of the new gear can be effected at zero torque in the 
gearbox. To this end, the control unit initiates appropriate control of the engine so as 

25 to rectify the mutual angle of the first and second components. The control unit 
preferably receives substantially continuously parameter values pertaining to the 
respective prevailing positions of the first and second components. When the 
parameter value which corresponds to the mutual angle of the components is received, 
it may be found that zero torque prevails in the gearbox and said gear can be engaged. 



30 
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According to an embodiment of the present invention, said specific component is 
incorporated in a clutch. Conventional clutches are often of a design which results in a 
relatively large elastic rotation relative to the driving torque transmitted. To avoid 
setting too high requirements for accuracy of measurement of the positions of the 
5 components, it is advantageous that said specific component provide a relatively large 
rotation relative to the driving torque transmitted. With advantage, said specific 
component is a clutch disc which allows elastic rotation between a hub and a 
peripheral portion. In many cases, clutch discs incorporate a resilient fastening 
between the hub and the peripheral portion. The resilient fastening results in a non- 
10 linear relationship between the magnitude of the rotation and the driving torque 
transmitted so that there is a relatively large rotation between the hub and the 
peripheral portion even when the driving torque is relatively low. This means that in 
such cases there is no particularly high requirement for measurement accuracy of the 
sensors. If the angle of rotation in this case is not exactly 0°, the driving torque 
15 transmitted will nevertheless be low enough to allow the engaged gear to be 

disengaged in an acceptable manner. The magnitude of the rotation relative to the 
driving torque transmitted is individual for different types of clutch discs. In most 
cases it is possible to provide an elastic rotation angle of at least ± 8° at a maximum 
driving torque transmitted. The fact that the hub has a well-defined rigidity as a 
20 function of the rotation angle results here again in the possibility of determining the 
value of the driving torque transmitted. The clutch disc may thus be used as a torque 
sensor. 

According to another embodiment of the present invention, the first sensor is adapted 
25 to detect a first parameter which is related to the rotational position of a flywheel. The 
flywheel, which is firmly connected to the engine's output shaft, is a suitable 
component of the first portion of the driveline for detecting such a first parameter 
value. The parameter may be substantially any desired measurable magnitude which 
enables determination of the rotational position of the flywheel. With advantage, the 
30 first sensor is an existing sensor for detecting the engine's speed. In many cases a 
sensor which detects the position of the flywheel is used for determining the engine 
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speed. In such cases the rotational position of the flywheel can be determined with an 
accuracy of ± 0. 1 °. Such a sensor results in accuracy of measurement which is 
clearly also acceptable for the purposes of the invention. Using such an already 
existing sensor means that there is no need for any extra sensor to be applied in the 
5 vehicle. The second sensor may be adapted to detect a second parameter which is 
related to the rotational position of the gearbox output shaft. Alternatively, the 
universal shaft or some other suitable component of the second portion of the driveline 
may be used. With advantage, the second sensor is an existing sensor for detecting the 
speed of the vehicle. Here again, an already existing sensor may thus be used for 
10 determining the rotational position of a second component. However, this second 

sensor must also have capacity for being able to determine the rotational position of the 
second component with relatively great accuracy. In cases where an existing sensor is 
not used, the second sensor may be applied so that it detects the rotational position of 
the gearbox input shaft. As both the first component and the second component are in 
15 this case situated on the same side of the gearbox, the control unit has in this case no 
need to take into account the gear engaged in the gearbox and to compensate for 
relative movement between the first and second components. 

According to yet another embodiment of the present invention, the control unit is 
20 designed to initiate control of the engine's output torque so as to rectify the mutual 
angle between the first component and the second component. The fuel supply is 
preferably controlled so as to adjust the engine's output torque. If a positive driving 
torque is transmitted in the driveline, the fuel supply to the engine is reduced, and if a 
negative driving torque is transmitted in the driveline, the fuel supply to the engine is 
25 increased. With advantage, the control unit receives substantially continuously 

measured values pertaining to the first and second parameters and can thus relatively 
quickly initiate control of the fuel supply so that the mutual rotational position of the 
first and second components is rectified. When such parameter values are received, it 
is thus possible to ascertain that zero torque prevails in the gearbox. With advantage, 
30 the control unit is in this case designed to activate a gearchange mechanism to 
disengage the engaged gear when the mutual angle between the first and second 
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components has been rectified. The control unit can then initiate a preliminary 
activation of the gearchange mechanism already before there is zero torque, so that the 
gearchange mechanism can substantially immediately disengage the gear when zero 
torque occurs. Such disengagement results in a very rapid gearchange process. 

BRIEF DESCRIPTION OF THE DRAWINGS 

A preferred embodiment of the invention is described below by way of example with 
reference to the attached drawings, in which: 

Fig. 1 depicts schematically an arrangement according to the present invention, 

Fig. 2 depicts a clutch disc with a resilient hub, 

Fig. 3 depicts schematically the rotational angle between the hub and peripheral 

portion of the clutch disc as a function of the driving torque transmitted, 
and 

Fig. 4 depicts a flowchart for a method according to the present invention. 

DETAILED DESCRIPTION OF PREFERRED EMBODIMENTS OF THE 
INVENTION 

Fig. 1 schematically depicts selected parts of a motor vehicle. The motor vehicle is 
driven by an engine 1 which may for example be a diesel engine. The drive motions of 
the engine 1 are transmitted via a driveline to the vehicle's powered wheels 2. The 
driveline incorporates an output shaft 3 from the engine 1, a flywheel 4, a clutch 5, an 
input shaft 6 to a stepped gearbox 7, an output shaft 8 from the gearbox 7, a universal 
shaft 9, a final gear 10 and driveshafts 1 1 which are connected to the vehicle's powered 
wheels 2. The driveline comprises a first portion 3-4 situated before the clutch 5 and a 
second portion 6-1 1 situated after the clutch 5. In this embodiment, the clutch 5 is in 
principle intended to be operated only at the setting in motion and bringing to a halt of 
the vehicle. The clutch 5 is thus not intended to be operated when the vehicle changes 
gear while in motion. Gear changing thus takes place with the clutch 5 acting as a 
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connection transmitting driving power between the first portion 3-4 of the driveline 
and the second portion 6-1 1 of the driveline. 

The vehicle's gearchange system incorporates an electrical control unit 12 designed to 
receive information from a driver, via a gear lever 13, when a gear change of the 
vehicle is desired. The control unit 12 is intended, at the time of disengaging a gear, to 
activate a fuel injection unit 14 in order to control the torque of the engine 1 so that 
zero torque is obtained in the gearbox 7. When zero torque prevails in the gearbox 7, 
the control unit 12 is designed to activate a gearchange mechanism 15 which 
disengages the currently engaged gear. Thereafter the control unit 12 regulates the fuel 
injection quantity by means of the fuel injection unit 14 so that the speed of the engine 
1 becomes such that the gearchange mechanism 1 5 can engage a new gear. 

An arrangement for allowing disengagement of a gear in the gearbox 7 without 
operating the clutch 5 incorporates a first sensor 16 designed to detect the rotational 
position Pi of the flywheel 4, and a second sensor 17 designed to detect the rotational 
position P 2 of the gearbox output shaft 8. The first sensor 16 is with advantage an 
already existing sensor which also has the task of detecting the speed of the engine 1 . 
The arrangement also incorporates said control unit 12 which is designed to 
substantially continuously receive measured values pertaining to the rotational position 
Pi of the flywheel 4 and the rotational position P 2 of the gearbox output shaft 8. 
Conventional devices for measuring the engine speed can determine the rotational 
position of the flywheel 4 with an accuracy of ±0.1°. With advantage, the control unit 
12 calculates with corresponding accuracy the rotational positions Pi, P 2 of the 
flywheel 4 and the gearbox output shaft 8 respectively. 

Fig. 2 depicts a clutch disc 5a with hub 5b which is designed to be fastened to the 
gearbox input shaft 6. A multiplicity of springs 5c, one of which may be seen in Fig. 2, 
allow resilient elastic rotation of the hub 5b relative to a peripheral portion 5d of the 
clutch disc 5a. The peripheral portion 5d incorporates friction plates designed to be 
pressed against the flywheel 4 when the clutch 5 is in a connected state. The relative 
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rotation between the hub 5b and the peripheral portion 5d depends on the magnitude of 
the driving torque transmitted T. A rotational angle D of at least + 8° is possible for 
many conventional clutch discs 5a. Fig. 3 shows basically how the rotation angle D 
may vary with the magnitude of the drive torque transmitted T. The springs 5c of the 
clutch disc 5a here provide a spring characteristic which allows a substantially linear 
relationship between the rotation angle D and the drive torque transmitted T when the 
rotation angle D is within ± 4°. Within that angle range the springs 5c give rise to a 
spring constant which provides relatively gentle resilience. Within the rotation angle 
range of ± 4° there is therefore a relatively large angular deflection D even when the 
driving torque T is low. When the rotation angle D is greater than 4°, however, the 
springs 5c give rise to a spring constant which provides a significantly harder 
resilience. Even if the rotation angle D is not always allowed to be controlled so as to 
become exactly nil, the drive torque transmitted T will be so low as to always allow an 
engaged gear to be disengaged without comfort disturbance. With such a relationship 
between the rotation angle D and the drive torque transmitted T, no unreasonably high 
requirements are set for the accuracy of measurement of the sensors 16, 17. 

When a new gear is engaged in the gearbox 7, zero torque thus prevails in the gearbox 
7. To this end, the control unit 12 is designed to store the parameter values Pi and P 2 
received pertaining to the rotational positions of the flywheel 4 and the gearbox output 
shaft 8 respectively in the form of reference values Pi,ref and P 2 ,ref - Thereafter the 
mutual angle A ref between the flywheel 4 and the gearbox output shaft 8 can be 
calculated and stored when zero torque prevails in the gearbox 7. During the vehicle's 
operation thereafter, with gear engaged, the control unit 12 receives substantially 
continuously the parameter values Pi and P 2 pertaining to the prevailing rotational 
positions of the flywheel 4 and the gearbox output shaft 8. The control unit 12 uses 
information about the parameter values Pi and P 2 to calculate the prevailing angle A 
between the flywheel 4 and the gearbox output shaft 8 as the difference between Pi and 
P 2 . The control unit thereby takes into account the difference in rotation speed 
between the flywheel 4 and the gearbox output shaft 8 resulting from the gear engaged 
in the gearbox 7. The control unit 12 calculates thereafter the rotation angle D as the 
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difference between A and A^ref- The fact that a clutch disc hub 5b usually has a well- 
defined rigidity as a function of the rotation angle D (see Fig. 3) here again results in 
the possibility of determining the value of the driving torque transmitted T. The clutch 
disc 5a thus here again acts as a torque sensor. 

5 

When a driver initiates engagement of a new gear, via the gear lever 1 3, the prevailing 
rotation angle D is calculated in the manner described above. The control unit 12 uses 
knowledge of the prevailing rotation angle D to initiate appropriate control of the fuel 
supply to the fuel injection unit 14. The fuel quantity supplied is regulated so that the 

10 rotation angle D tends rapidly towards 0, i.e. the prevailing mutual angle A is altered 
towards the stored mutual angle A ref when 0 torque prevails in the gearbox 7. When 
D is assessed to be 0, substantially zero torque prevails in the gearbox 7 and the control 
unit 12 activates the gearchange mechanism 15, which disengages the currently 
engaged gear. Thereafter the control unit 12 regulates the fuel injection quantity by 

15 means of the fuel injection unit 14 so that the speed of the engine 1 becomes such that 
the gearchange mechanism 15 can engage the new gear. 

Fig. 4 depicts a flowchart pertaining to a method for controlling gear changing of the 
gearbox 7. At 18, during operation of the vehicle, there is substantially continuous 

20 measurement of the value Pi of the first parameter, which is related to the rotational 

position of the flywheel 4, and the value P 2 of the second parameter, which is related to 
the rotational position of the gearbox output shaft 8. At 19, engagement of a gear in the 
gearbox 7 takes place. At the time of engagement of the gear, information pertaining 
to the value Pi of the first parameter when the gear was engaged is stored. This 

25 parameter value is stored in the form of a reference value Pi, ref. In a corresponding 
manner, information pertaining to the value P 2 of the second parameter is stored in the 
form of a reference value P 2 , ref when the gear was engaged. At 20, knowledge of 
Pi, ref and P 2 , ref is used to determine the mutual angle A ref between the flywheel 4 
and the gearbox output shaft 8. At the mutual angle A ref, zero torque thus prevails in 

30 the gearbox 7. 
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At 21, during operation of the vehicle with the engaged gear, the prevailing mutual 
angle A between the flywheel 4 and the gearbox output shaft 8 is calculated on the 
basis of information about the parameter values Pi and P 2 received. At 22, the rotation 
angle D is determined as the difference between the prevailing mutual angle A and the 
stored mutual angle A ref- At this stage, the control unit 12 takes into account the gear 
engaged in the gearbox in order to determine the difference between the prevailing 
angle A and the stored angle value A ref. At 23, the value of the driving torque 
transmitted T, which thus has a well-defined rigidity as a function of the rotation angle 
D, is determined. The value of the driving torque T is determined, for example, on the 
basis of values from a curve depicted in Fig. 3. 

At 24, the driver uses the gear lever 13 to initiate the engagement of a new gear. At 25, 
the prevailing rotation angle D is calculated in the manner described above. At 26, the 
fuel quantity supplied is regulated so that the rotation angle D tends towards 0, i.e. the 
difference between the prevailing mutual angle A between the flywheel 4 and the 
gearbox output shaft 8 is altered towards the stored mutual angle A ref- With 
conventional technology the rotation angle D can be determined with an accuracy of 
±0.1°. When the rotation angle D is deemed to be 0°, substantially zero torque 
prevails in the gearbox 7. At 27, the rotation angle D is estimated to be 0 and the gear 
currently engaged is disengaged. Thereafter the fuel injection quantity is regulated so 
that the speed of the engine 1 is such that a new gear can be engaged in the gearbox 7, 
which takes place at 19. Thereafter the method is repeated for the engaged gear with 
new reference values Pi, ref and P 2 , ref, and a new mutual angle Aref between the 
flywheel 4 and the gearbox output shaft 6 is determined. 

The invention is in no way limited to the embodiment described but may be varied 
freely within the scopes of the claims. If sensors 16, 17 which can determine the 
positions of the components in the driveline with very great accuracy are used, other 
components of the driveline than the clutch disc 5a may also be used, since all the 
components allow more or less elastic rotation when driving torque is being 
transmitted. 
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Claims 

1 . An arrangement for allowing disengagement of a gear of a gearbox in a vehicle, 
whereby the vehicle incorporates an engine (1) and a driveline (3-1 1) with a first 

5 ' portion (3-4) which extends from the engine (1) to a specific element (5a) of the 

driveline, and a second portion (6-1 1) which extends from said element (5a) to at least 
one powered wheel (2) of the vehicle, said element (5a) being adapted to allow elastic 
rotation between the first portion (3-4) of the driveline and the second portion (6-1 1) of 
the driveline when driving torque is being transmitted in the driveline, and whereby the 

10 arrangement incorporates a first sensor (16) adapted to detect the position (Pi) of a first 
component (4) of the first portion of the driveline (3-4), and a second sensor (17) 
adapted to detect the position (P 2 ) of a second component (8) of the second portion of 
the driveline (6-1 1), characterised in that the arrangement incorporates a control unit 
(12) adapted to store at least one measured value which is related to the mutual angle 

15 (Aref) between the position (Pi,ref) of the first component (4) and the position (P2,ref) 
of the second component (8) when a gear is engaged in the gearbox, and initiates a 
control action so that said mutual angle (Aref) between the first component (4) and the 
second component (8) is rectified before said gear is disengaged. 

20 2. An arrangement according to claim 1, characterised in that said specific element (5a) 
is incorporated in a clutch (5). 

3. An arrangement according to claim 2, characterised in that said specific element is a 
clutch disc (5a) which allows elastic rotation between a hub (5b) and a peripheral 
25 portion (5d) of the clutch disc (5a). 



4. An arrangement according to claiml, characterised in that said element (5a) allows 
elastic rotation of at least + 8°. 
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5. An arrangement according to any one of the foregoing claims, characterised in that 
the first sensor (16) is adapted to detect a first parameter (Pi) which is related to the 
rotational position of a flywheel (4). 

5 6. An arrangement according to any one of the foregoing claims, characterised in that 
the first sensor (16) is an existing sensor for detecting the speed of the engine (1). 

7. An arrangement according to any one of the foregoing claims, characterised in that 
the second sensor (17) is adapted to detect a second parameter (P 2 ) which is related to 

10 the rotational position of the output shaft (8) of the gearbox (7). 

8. An arrangement according to any one of the foregoing claims, characterised in that 
the second sensor (17) is an existing sensor for detecting the speed of the vehicle. 

15 9. An arrangement according to any one of the foregoing claims, characterised in that 
the control unit (12) is adapted to initiate control of the output torque of the engine (1) 
in order to rectify the mutual angle (Aref) between the first component (4) and the 
second component (8) before said gear is disengaged. 

20 10. An arrangement according to any one of the foregoing claims, characterised in that 
the control unit (12) is adapted to activate a gearchange mechanism (15) in order to 
disengage the engaged gear when the mutual angle (Aref) between the first component 
(4) and the second component (8) has been rectified. 

25 1 1 . A method for allowing disengagement of a gear in a gearbox (7) of a vehicle, 
whereby the vehicle incorporates an engine (1) and a driveline (3-1 1) with a first 
portion (3-4) which extends from the engine (1) to a specific element (5a) of the 
driveline, and a second portion (6-1 1) which extends from said element (5a) to at least 
one powered wheel (2) of the vehicle, said element (5a) being adapted to allow elastic 

30 rotation between the first portion (3-4) of the driveline and the second portion (6-1 1) of 
the driveline when driving torque is being transmitted in the driveline, and whereby the 
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method incorporates steps for detecting the position (Pi) of a first component (4) of the 
first portion of the driveline (3-4), and detecting the position (P2) of a second 
component (8) of the second portion of the driveline (6-1 1), characterised by steps for 
storing at least one measured value which is related to a mutual angle (Aref) between 
5 the position (Pi,ref) of the first component (4) and the position (P2,ref) of the second 
component (8) when a gear is engaged in the gearbox (7), and for initiating a control 
action so that said mutual angle (Aref) between the first component (4) and the second 
component (8) is rectified before said gear is disengaged. 

10 12. A method according to claim 1 1, characterised by detecting a first parameter (Pi) 
which is related to the rotational position of a flywheel (4). 

13. A method according to claim 1 1 or 12, characterised by detecting a second 
parameter (P 2 ) which is related to the rotational position of the output shaft (8) of the 

15 gearbox (7). 

14. A method according to any one of the foregoing claims 11-13, characterised by 
controlling the output torque of the engine (1) in order to rectify the mutual angle 
(Aref) between the first component (4) and the second component (8) before said gear 

20 is disengaged. 

1 5. A method according to any one of the foregoing claims 11-14, characterised by 
activating a gearchange mechanism (1 5) in order to disengage the engaged gear when 
the mutual angle (Aref) between the first component (4) and the second component (8) 

25 has been rectified. 
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Fig 3 
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